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111 re Investigation of an aoeldent which 
occurred on the Pennsylvania Kailroad 

near Lewistowa Junction, £a., 
m October 5, 1910* 

On October 5, 1916* th#re was a rear-end collision 
between a passenger train and a freight train on the Pennsyl
vania Railroad* near Lewistown Junction, Pa#, which resulted 
in the death of one eciployee and one caretaker of live stock, 
and injury to eleven passengers, two employees and nine other 
persons* 

tee Middle Division of the Pennsylvania Railroad, on 
which this accident occurred, extends fro© Altoona, Fa#t to Slarrisburg, Pa.* a distance of 130 Mies. It is four-tracked, 
with the exception of a three*traok section, 6-1/& idles In 
length* between Spruce Creek «a4 ̂ Tyrone* The m&mmnt of 
trains is governed by an muto&atlo block signal system and by 
interlocking plants at crossover and junction points* In the 
vicinity of the point of aoeldent th® trunks extend east and 
west and are nus&ered from south to north, ordinarily being 
used as follows! Ho. 1, eastbound passenger; Ho. £, eairt bound 
freights No, 3, wentbound freight; Ho* 4, westbound passenger. 

fee last telegraph offie® passed by the trains la* 
volved in this accident warn Block Station, 6£#4 isiles east 
of Altoona. Beginning at Granville station, 4 miles east of 
ns9 Block Station and proceeding eastward, the track is 
practically tangent for 4,000 feet to automatic signal 1006 # 
The tangent continues for S£5 feet east of this signal, at which 
point there begins a 50-sjinut® curve to th© left or north, 570 
feet in length. This curve is followed by a tangent &,17§ 
feet in length, which in turn Is followed by a 1-degree iOHatn-
ute curve to th© north for 1,770 feet, at which point is lo** 
oated signal 1670, the distant signal for "BW* Block Station* 
tlie curve continues east of this signal for a distance of 4,SCO 
feet. Signal 1678 Is located nearly is th® middle of a out, 
about 2,000 feet m length and varying In depth fro® five to 
thirty feet» This out, however, does not obstruct the view 
of the signals. At the point of accident, and for about one 
mile west thereof, there is a grade approximating »19$ ascend
ing eastward. 

toe automatic block signals involved in this aoeldent 
axe of th© npper quadrant, three-position, alternating current 
electric »tor typ©, electrically lighted, displaying red for 
stop, green for caution, and white for proceed* fow? is fur
nished from an underground 3,500-volt line laid beside the 
track, The signals are mounted on bridges over the track, each 
signal being plaoed to the right of the track which it governs* 
fha interlocking signals have three arms, th© distant or approach
ing signals two arms, and the automatic signals one arm, with 



a isarker light* Ho line wire® are used, hut the Indication 
of the signal is control ed by a three-position, alternating 
current, 60-eycle track relay. *Th© installation was begun 
in 1912 and completed in 1915. 

Eastbound freight train tfr* 10, en route from Pitts
burgh, Fa*, to Mm Tork, H* Y., in charge of Knginoman Salng 
and Conductor Eiohelbergea?, left Altcona Yard at 10.15 p.s # It passed "U* Block Station, on track fto* 1, at 12.37 a.m. 
Signal 168© was found in tho clear position and signal 1678 in 
the caution position* The speed of tlie train ma irs^adiately 
reduced to about 10 or 12 &iloa per hour preparatory to stop
ping at the nesrt signal* ĥ© rear of the train had reachad a 
point about 1,400 feet east of signal 1678 and ma mania® at 
a speed of 10 or 1£ idles per hour when it was struck by train m* 6, at 1®*S£ a«D* At the tin© of the accident train W-P 10 
consisted of engine 1475, 33 loaded and 3 caboose ear®, t w of 
which were deadhead, 

Eastbound passenger tra,in Ho# 0, en rout© fror Chi
cago to Hew fork, consisting of locomotive 33B0, postal cars 
7SSS and 0583, passenger-baggage 9605, coach 9503 and Pull ran 
sleeping oars PoEpton, Morado, Memo Paris: ana H&rtaony, all of 
which were of all-steel construction, except sleeping car Korado, 
which had a steal underfram and wooden superstructure, w 
in charge of lagineEaan Stewart and Conductor Snyder. It left 
Altoona at 11*£0 p*m#, 48 minutes late, and passed W Slock 
Station on track 1 at is.48 a.xcu, 4£ minutes late* It is 
claimed that signal 1686 ms found in the clear position and 
when signal 1678 came into view It was in the stop position. 
An emergency application of the brakes m e made iiumedlately and 
the speed of the train had bam reduced to about 30 miles per 
hour * e n it collided with the roar of train W«£ 10. A dense 
fog prevailed at tho time of the accident* 

The three caboose ©are oua tm cars of live stock 
which were on the roar of train IMP 10 were totally destroyed. 
The locossotlvo of train No* 6 oa» to rest on its right side 
on the south side of the track* The rear of the tender toas 
foreed to the north and it cm® to rest nearly at ri$ht angles 
with th© engine, with its rear ana bleaking track Ho* 2. the 
first car in the train, a postal car, ms in a partly over
turned position, with Its oast end throw to the north, lying 
across tracks Z and 3 and obstructing track 4* the forward 
trucks of the nest car in the train were derallad, The looo-
Botive on train No. 6 had its front end ana interssediate cast
ings broken aa^ th© cab w e partly destroyed; the trucks of th© 
tender and first postal car were considerably damgod* 

Towonsan Llinniok, in charge of « W Block Station 
looated 6*6 miles east of *UF* Block Station, stated that 
by reason of an eastbound freight train, occupying track 1 in 
the yard east of his tower, being delayed on account of a hot 
box, he had been instructed by th® train dispatcher to oroas 



train w-P 10 from track 1 to track 6 at hie tower in order to 
avoid delay to train No. 6, and that the switches and signals 
wore act for this movement when train 1*-P 10 approached. 

Engineman Swing, of train %*P 10, etated that when hie 
train left altootta the weather was slightly foggy, hat as 
it proceeded eastward the fog increased in density. He found 
signal 1636 in ths proceed position and signal 1076 in the 
caution position; he could see both of these signals for 6 or 
7 ear lengths before the engine reached thee. He stated that 
when his train passed signal 1678 he closed the throttle and 
mads an application of the engine and tender brakes, the train 
had drifted until the engine was about 16 car lengths from the 
hose signal for "ftw* tower, and was running at a speed of 6 
or 10 stiles per hour when he felt the surge of the train re
sulting from the collision at the rear, the brakes went on 
in emergency and his train came to a stop after running about 
4 oar lengths. Engineman Swing stated that the rail was wet 
and slippery, on account of the weather conditions, and he be
lieves that the passage of his train would only serve te 
make the condition of the rail worse for a following train. 

Flagman Siliager, of train tf-P 10, stated that passing 
Granville station he was riding on the roar platform of 
the caboose in order to watch the signals, as the rear of 
his train passed signals 1666 and 1676, ha saw that they dis
played stop indications. Ho stated that the speed ef his 
train was reduced for signal 1678, that It was running at a 
speed of 10 or IE miles per hour and had reached a peiflt acme 
distance east of signal 1678 when suddenly he heard the exhaust 
of an approat&ng engine. He turned and looked to the rear, 
and saw the headlight of an engine about one car length distant. 
He had time only to shout to the conductor and Jump before the 
collision occurred. He estimates that train Ho. 6 was running 
at a speed of 60 miles per hour, flagman Siliager stated that 
there were two marker lights, a cupola light and a lantern, dis
playing red. and one white light on the rear of the caboose, and 
that these tights were all in good condition. He further stated 
that he considered that the automatic signals afforded his train 
some protection, and under ths conditions ho did not think it 
necessary te throw off a fusee. 

Snglneman Stewart, of train Ho. 6, stated that leaving 
Alteoaa the weather was quite foggy, but as the train proaoodoft 
eastward the fog became mors donee. His train stepped at 
Tyrone, Huntingdon and Mt. Onion, and at each of these places 
the air brakes operated perfectly. Approaching signal 1686 
he was unable to see it until within about one engine length} 
the signal at that time displayed the proceed indication} he 
called the indication to his fireman, who was sitting on the 
fireman's seat and he answsred. When the engine got close 



t© signal 1678, he saw it wee la the stop position. He la* 
msdietcly made an eaergenoy application ef the brakes, end 
about the eaae tiae he dissevered the red lights on the rear 
ef the caboose of train W-P 10; the collision occurred almost 
immediately. Engineasn Stewart statsd that approaching the 
point ef accident his train was running at a speed of about 
40 alios per hour: the brakes took hold in ths proper Banner 
and the speed of the train had been reduces te about SO miles 
psr hour when the engine struck the rear ef ths train. He 
stated that the rail was greasy, but in his opinion he should 
have been able to stop his train in a distance equal to twice 
its length, and had he been able te see the signal a hundred 
yards or so the accident would never have occurred, he fur-
there stated that the rules require the during fog, trains 
will run with caution, and if everything is scan to be all 
right, go ahead. If signals can be seen an engine length 
away he doas not consider it necessary to reduce speed. 

The statement of Fireman Blattsnberger, of train Ho, 
6 oorrohorated that of Engineman Stewart. He is positive 
that he saw signal 1686 displaying proceed indication, and 
thinks it could be seen a distance of two or three car lengths. 

Conductor Snyder, of train Mo. 8, stated that approaching 
the point of accident hs was riding la the last ear of the train, 
the first intimation of trouble he received was a series of four 
shocks following in close succession and all within two or three 
seconds. He estimates that his train ran about four oar Isngths 
after the first shook occurred. 

Trainman Hlbsaan, of train Ho. 8a stated that approaching 
the point of accident he was riding in the rear of the smoking 
car, the third oar from the engine. The train was running at a 
speed of 65 or 80 miles per hour, when suddenly he felt an emer
gency application of the brakes; the orash came a fraction of a 
ssoond later, and the train stepped almost immediately. 

Engineman Kuglsr, of sastbound extra 1312, which departed 
from "IF* Slock Station on track £ at IS.31 a.m., stated that 
as his train approached signal 1886, he observed that It dis
played a clear indication far track 8, and a caution indication 
for track 1. he could see the signal lights 6 or 8 car lengths 
distant. When his engine was about 8 or 10 ear lengths beyond 
signal 1686, his train was passed by train Ho. 8, on track 1, 
running at a speed of 40 or 45 miles per hour. At that tiae he 
remarked to his fireman* "Ths stock train atust be giving Ho. 8 
the signals very promptly." He stated that whoa signal 1878 
first came into view, it was in the caution position, but 
suddenly changed to stop; about the cams time he saw a flagman 
running back toward his train, Re made an application of the 



brakss snd brought hit train to a atop, about 3-1/2 oar lengths 
beyond tho signal. Engineman Kugler furthar stated that about 
SO aluutss after his train earns ta a stop, In an of fart to as* 
certain how far signal 1678 oould bs sosn in the fog, ha walked 
back along his train and found that ths signal indication could 
be sscn for a distance of 12 car lengths. Ths etateaeat of 
Engineman Kugler, relative to ths position of signal 1683 
governing track 1, is supported by that of his fireman. 

Engiosfcan Kauffmaa, of train second Mo. 14, which passed 
•LF* Biooh Station on track 1 at 12.83 a.m.. five ainutes behind 
train No. 6, stated that he dound signal 1688 in the caution 
position; approaching signal 1678 he was able to see it 8 or 8 
car lengths distant, it being in the stop position, the flagman 
of train Ho. 6 came into view about the same tiae he sav the 
signal Indication. Biglneaan Kauffoan stated that, under the 
practice en the Pennsylvania Bailrosd, during foggy weather 
dependence is placed upon the engineman as to whether or not he 
can see the signal indications clearly, and to regulate the speed 
of his train accordingly. In his opinion the fog en the night 
ef the accident was net dense enough to require trains to reduce 
speed to be sure ef signal indications. Engines en Kauffaan stated 
further that he fouad the rail in a wet and slippery condition. 

General Head foreman of Enginse Alexander statsd that a 
train having the air brake equipment that train Ho. 6 had, and 
running at a speed of 50 alios per hour, should under favorable 
conditions, be able to stop la about 1,100 feet. 

Signal Maintainor Toungfeln stated that he reached the 
point of accident about 3.00 a.m., and while there, la company 
with the signal foreman, examined every piece of apparatus la 
connection with the signal, and tested ths relay, but was unable 
to flad anything wrong, he changes, repairs, or adjustments were 
fflade to signal 1688 after ths aeoident. He also stated that there 
is no record of a failure of this particular signal since its 
installation. 

Superintendent Smith stated that under ths rules in effeot 
on this division it vac proper tor train 10 to occupy track 
1 on the time ef train Ko« 6. Re stated that, in practice, they 
must admit that they allow flagmen to depend to a certain extent 
upon automatic signals for protection, but dependence upon a 
signal would not excuse s flagman. In his opinion, in view of 
the practios prevailing on this division, ths flagman of 10 
was Justified in not throwing off a fusee. Superintendent Smith 
stated further that passenger trains frequently make up time in 
foggy weather> the company requires that if the fog is so thick 
that an engineman cannot see signals, he must run accordingly and 
stop to find the pole if necessary. 



In order to determine whether or not Engineman Stewart 
nay hare aeen the white light between the signal lens and the 
roundel when tha signal was in the caution position, and thus 
have been aisled by taking it for a clear signal, several tests 
were made with a looomotive and signals ef a type similar to 
these involved in this accident, and under perfect conditions 
with the looomotive running at a spesd as low as SO miles per 
hour, it was found that it was practically impossible to receive 
a false indication la such a manner. 

The records of the Pennsylvania Railroad show that on 
this division there are 309 alternating current signal 
mechanisms; that since April 7. 1914, there have bean approxi
mately 20,437rooo signal operations and, during that period! but six false clear failures, or one false clear failure for 
caused by lightning, all ef these failures vera caused by 
mechanical defects, and in all of these instances the failure 
was of sued a nature that the signals continued to display an 
Improper indication until the defects had been remedied. 

A careful examination and tests of the signals and appara
tus connected therewith, by the Oemmissien's signal engineer, 
failed to disclose any defect or condition which would be likely 
to lead up to a falsa clear indication. 

The investigation discloses that the automatic signals 
involved in this accident vara working properly about a minute 
before ths accident, five minutes afterward, and have siaoo 
continued to operate properly without repairs, changes, or 
adjustments. Therefore, unless some abnormal condition arose 
a few momenta before the passage of train Ho. 6 and disappeared 
immediately afterward, leaving no trace! which is highly, im
probable, there was nothing which could have caused the signal 
to display an improper indication for train Ho. 6* 

The conclusion is therefore reached that Engineman 
Stewart and fireman Blattenborger were mistaken in regard to 
the Indication displayed by signal 1666, ftus either to their 
failure to see the signal, or. on account of the fog and speed 
of the train, to read its Indication eerreetly. 

The point at which the collision occurred was approxi
mately 1,400 feet east of signal 1678, which was Admitted by 
Engineman Stewart to have been la the stop position. His 
failure to stop his train within this distance is fcaexplalnable 
except on the theory that, approaching signal 1678, ha expected 
to find the indication displayed no more restrictive than caution, 
and when suddenly confronted with a stop indication, he did not 
interpret it promptly and, as a oenscaueneo, the application of 



the brakes was somewhat delayed. 
The record ef thla ease dleelosos that at the time ef 

acoldaat a dense fog prevailed, which prevanted sigoala froa 
being seen at any great distance. The train was running at 
ita usual schedule apeed for clear weather and the engineman 
faileo correctly to obecrva the indication of a signal upon 
which ths safety ef a preceding as well as his ova train de-
pended, that a dense fog sariously interferes with the proper 
observation of signals by an anginsaian of a train which is 
running at a high rate of speed, is a self-evident fact, and 
the practice of permitting fast trains to run at high speed 
during the existence of such conditions proves a grave menace 
to ths safety of the traveling public. 

This aoeldent again brings forcibly to attention the 
necessity for ths enactment and rigid enforcement of rules 
or regulations requiring that under such condition* the speed 
of fast trains be reduced to such am extent as will enable 
the engineman to read and interpret correctly signal indications 
with absolute certainty. Until such rules are promulgated and 
enforced, accidents such ae this may be expected to occur. 

E&gineman Stewart entered the service as fireman 
December, 1886, was promoted to engineman in March, 1890, and 
to passenger engineman In December, 1909. Fireman Blattenberger 
entered the service as freight fireman in December, 1903, and 
wae promoted to passenger fireman in January, 1911. Both of 
these men are considered reliable and competent employees. An 
examination of the service record ef Engineman Stewart discloses 
that, sines June S, 191?. he has been commended on ten different 
occasions for having made schedule time or better with passenger 
trains on every day of a month. At ths time of the accident they 
had been on duty 3 hours and 31 minutes, after having been off 
duty nearly 56 hours* 


